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GENERIC DATA FOR REPRESENTING TRUCK TIRE 
CHARACTERISTICS IN SIMULATIONS OF BRAKING AND 
BRAKING-IN-A-TURN MANEUVERS 
Introduction 
The generic data presented in this report are intended for use in studying the 
performance of trucks (including articulated vehicles) in braking and braking-in-a-turn 
maneuvers, such as those included in recent versions of FMVSS 121 [I]. These data are 
based on a semiempirical tire model that uses simplified theoretical concepts in conjunction 
with measured or specified tire stiffnesses and tire-road frictional qualities. (See Appendix 
A for a discussion of the physical reasoning and equations used in the semi-empirical tire 
model.) 
The main body of this report provides a users manual for spread sheet calculations that 
compute longitudinal and lateral tire forces as functions of vertical load, velocity, 
longitudinal slip, and slip angle. The results of these calculations are tables of data 
containing values of tire forces that are suitable for use in computer simulations of heavy 
trucks (e.g. Phase 4 [2]). 
Structure of the Spread Sheet 
The particular spread sheet application used in this study is EXCEL [3]. Figure 1 
shows a typical example of a calculation representing a truck tire that has a rib tread pattern 
and radial construction (tire designation 295 75R.XL4). 
In order for the equations implemented in the spread sheet to compute tire forces, one 
needs to enter values for longitudinal slip, slip angle, speed, and vertical load. In addition, 
one needs parametric values for longitudinal stiffness Cs, lateral stiffness Calpha, and 
friction parameters muo, muf, and Vf. The spread sheet program will compute a number of 
intermediate variables pertaining to the tire model as well as the longitudinal force Fx, 
which is in the direction of the wheel plane, and the lateral force Fy, which acts 
perpendicularly to the wheel plane. (Appendix B contains a list summarizing the equations 
used in the spread sheet calculations. The equations in Appendix B are labelled with letters 
to indicate the applicable columns of the spread sheet shown in Figure 1.) 
Although the equations in the tire model may seem difficult to understand, they are 
typical of those used in semiempirical tire models [4]. This model differs from previous 
models in the manner in which friction is treated. 

Discussion of the Input Parameters 
To use the spread sheet effectively one should know what the input parameters mean. 
Briefly, Cs is the longitudinal stiffness of the tire. It is an elastic property of the tire that 
changes with vertical load Fz. (The following equation has been used to estimate Cs as a 
function of vertical load: Cs = 10 Fz - ~ ~ ~ 1 3 0 0 0  lbs.) The cornering stiffness Calpha is also 
an elastic property of the tire that changes with vertical load. (Calpha has been estimated 
using Calpha = 0.9 Cs.) With regard to test data Calpha is the slope of the longitudinal 
force curve in the vicinity of zero slip angle, while Cs is the slope of the longitudinal force 
curve in the vicinity of zero longitudinal slip. Both Cs and Calpha are functions of tread 
wear and inflation pressure. If suitable test data exist over a range of pertinent vertical 
loads, Cs and Calpha can be estimated from the slopes of the curves for longitudinal force 
versus longitudinal slip and lateral force versus slip angle. 
The frictional characteristics of the tire depend on properties of both the tire and the 
road surface. The friction "mu" also depends upon vertical load and sliding velocity. The 
quantities used in the spread sheet to represent frictional characteristics (that is, muo, muf, 
and Vf) might be estimated or determined for each vertical load. However, for providing 
generic data we have considered mu to be a function of sliding velocity per equation (H) in 
Appendix B . 
A recommended procedure for determining friction related quantities at a given load is 
to choose a measured p-slip curve (Fflz versus longitudinal slip s) and to use this curve 
in estimating how friction varies with sliding velocity at that load. (Equations (H) and 
(H15) in Appendix B express the ideas involved.) 
As a function of sliding velocity, friction decreases as sliding velocity increases. Hence 
the specifications involving peak or slide values of longitudinal tire force need to state 
speed and load at which the specifications are to be met. 
Generic Truck Tire Properties for a Good Dry Road 
Appendix C provides generic tire data for a "0.9 surface" at Fz = 3000,6000, and 9000 
lbs and forward speeds ("u" in the direction of the wheel plane) of 22, 44, 66, and 88 
ftlsec. The example results given in Figure 2 provide longitudinal and lateral force 
characteristics at near rated load (6000 lbs), 66 fdsec, and 4 degrees of slip angle for values 
of longitudinal slip varying from 0 to 1. The spread sheet can be used to make similar 
calculations at different loads, speeds, and slip angles. See Appendix C for numerous 
examples. 

Generic Truck Tire Properties for a Wet, Slippery Surface 
The model provides results that are in qualitative agreement with those measured by 
Ervin many years ago [5]. Unfortunately, recent tire measurements do not include tests on 
wet surfaces (nor do they include tests at speeds other than 45 mph). Nevertheless, we can 
use the tire model to produce generic data for use in simulations of braking-in-a-turn 
maneuvers on a wet, slippery surface. 
Since the surface conditions do not influence the elastic properties of the tire, the values 
of Cs and Calpha used previously can be used again. In order to represent a poor, wet road 
we have chosen muo = 0.5, muf = 0.3 and Vf = 37 fdsec. Examination of Figure 3 shows 
that this combination of parameters gives a peak normalized force of 236316000 = 0.39 at 
66 fdsec (45 mph) and alpha = 0. 
Appendix D contains a generic set of tire data for a "0.5 surface." The values of Fx and 
Fy in Appendix D can be used directly to make tables for use in the Phase 4 simulation 
program. Or, these results can be processed to generate "roll-off tables" for use along with 
tables of longitudinal force at alpha = 0 and lateral force at s = 0. 
Concluding Statements 
Basic data for representing a generically reasonable set of truck tire shear force 
characteristics have been developed in this study. These data need to be structured to put 
them into the user's version of the Phase 4 simulation program. 
Another alternative is to replace the tire model currently existing in Phase 4 with the tire 
model described in Appendices A and B. This would take some programming effort, 
however. 
It is recommended that the generic data used in the simulations cover the ranges of 
velocities and vertical loads pertinent to the vehicle situation to be studied. For example, in 
a braking-in-a-turn maneuver at 30 mph (44 ftlsec) on a 500 ft radius turn, the lateral 
acceleration required to follow the curve on a level surface is equal to v ~ / R  = (44)2/500 = 
3.87 ft/sec2 or 0.12 g. For an 80,000 lb vehicle with 18 tires this would mean 
approximately 535 lbs of lateral force per tire. For a cornering stiffness of about 37,500 lbs 
at 4400 lbs of load, this would mean just under one degree of slip angle at each tire. Even if 
slip were to be around 0.3, the tires would not need more than about a 3 degree slip angle 
in order for the vehicle to negotiate the turn. Hence, for vehicles with ABS systems that 
keep longitudinal slip below 0.3, there would be limited use for lateral force data exceeding 
4 degrees of slip angle. However, if wheel lock or vehicle spinning or swinging were to 
occur, large slip angles would be involved. 
The data need to be concentrated at the smaller slip angles for the purpose of studying 
vehicle performance in 121 like maneuvers. Also, static vertical loads around 4500 lbs per 
tire seem appropriate for these simulations. 
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APPENDIX A 
MODELING THE TRUCK TIRE FOR VEHICLE DYNAMICS 
ANALYSIS 
Introductory Remarks 
This appendix examines the modeling of truck tires from the perspective of analyzing 
and simulating the braking and handling responses of commercial vehicles. The overall 
thesis underlying the following discussion is that a semiempirical model of the shear force 
properties of truck tires aids in understanding the interaction between tire properties and 
vehicle response variables. 
The development of methods for representing the longitudinal and lateral force 
properties of pneumatic tires has received considerable attention in recent years [1,2]. A 
curve fitting approach associated with the so-called "magic formula" [3] has been the basis 
for many studies and papers on representing tire force and moment data in a manner 
suitable for use in analyses of the dynamics of pneumatic-tired vehicles. Nevertheless, 
there is still discussion concerning the advantages and disadvantages of different methods 
for representing tires in general, and truck tires are no exception. A particularly difficult 
situation has been the representation of tire force characteristics when the tire is 
simultaneously generating both longitudinal and lateral force, such as in a braking-in-a-turn 
maneuver. Since there are now new requirements in FMVSS 121 concerning the 
performance of heavy trucks in a braking-in-a-turn maneuver, there is renewed interest in 
understanding how tire characteristics influence vehicle dynamics. 
Rather than emphasizing either curve fitting or pure empiricism, this lecture will 
emphasize a combined theoretical and empirical approach to modeling the truck tire. This 
approach involves considering the deformations that take place in the tire contact patch. The 
goal is to develop insight into the concepts of longitudinal and lateral slip. The discussion 
explores ideas concerning whether tread elements are adhering to the road surface or sliding 
over the road surface. Even though the tire is a very complex structure and the phenomena 
involved with sliding friction are difficult to understand, a simple set of equations for 
describing tire deformation and frictional characteristics is developed here. 
Inputs to the Tire Representation 
In addition to vertical load and the velocity of the wheel center, two primary inputs to a 
computerized representation of tire shear force properties are lateral and longitudinal slip, or 
as they are commonly referred to, slip angle and slip. In a computerized model of a 
vehicle, slip angle is calculated from the ratio of (a) the component of velocity normal to the 
wheel plane to (b) the component of velocity lying along the wheel plane. These velocity 
components are determined from the variables describing the motions of the entire vehicle 
plus the characteristics of any steering system associated with particular wheels. Hence, 
the solutions to the basic equations of motion of the vehicle provide the infoxmation needed 
to determine slip angle. 
On the other hand, the determination of longitudinal slip requires knowledge of the 
rotational speed of the wheel. Hence, wheel rotational degrees of freedom are included in 
computerized models involving braking dynamics. 
A Semiempirical Model of the Braking Properties of Truck 
Tires 
For braking studies, the development of a method for representing the longitudinal 
force properties of tires is clearly essential. Prior to the availability of data from an over- 
the-road, truck-tire dynamometer, semiempirical models were developed and used. A 
semiempirical model consists of a phenomenological description of the deflection and shear 
force characteristics of a tire [4,5]. Empirical data (or estimated shear force characteristics 
of the tire) are needed to evaluate the pk-ameters used in this type of model. The values of 
the parameters are selected so that the forces predicted by the model match test results or a 
desired set of tire properties. 
In this type of model, a quasistatic analysis of the rotating tire is made. The tread is 
envisioned as a continuum of elastic elements that touch the ground in the contact patch. 
Even through the wheel is rotating, some tread element is assumed to be deflected by a 
determinable amount at each point in the contact patch. The following sketches (Figures 1 
and 2) and the subsequent analysis are intended to clarify the form of the tire model. 
As shown in Figure 1, tread elements are assumed to become elongated longitudinally 
as they pass through the contact patch. For an arbitrary element at a distance, x, from the 
front of the contact patch (see Figure 2), the deflection, 6, of that element may be 
determined from the longitudinal slip, using the following reasoning. For an element 
entering the contact patch Atx seconds ago, the carcass end of the element has traveled a 
distance equal to R o Atx. The road-contact end of this element has traveled a distance 
equal to V Atx if this end of the element adheres to the road. (The case of sliding friction 
between tire elements and the road will be treated later.) Hence, the deflection of the 
element at point x in the carcass is given by: 
By noting that x = R o At,., it is possible to express the deflection as a function of slip, 
viz.: 
%=(V-RWtx  =y_ 1 -hl 
X 
R 61 At, R o (  V )  
or, since s = (1 - v), 
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Figure 1. Sketch of an idealized tire. 
Figure 2. The longitudinal deflection, 6, of a tread element at 
location x in the contact patch. 
Figure 3 illustrates the predicted form of the deflection pattern along the length of the 
contact patch for a situation in which no elements are sliding with respect to the road. 
For simplicity, variations in deformation over the width, w, of the contact patch are 
assumed to be averaged out, and the deflection pattern in Figure 3 may be thought of as an 
average over the lateral direction. 
To compute the total shear force due to the deflection pattern, the tire is assumed to be 
characterized by a stiffness per unit area of the contact patch. This stiffness parameter, k,, 
will be replaced by an empirically determined longitudinal stiffness parameter, C,, in the 
final form of the brake-force model. Nevertheless, k, serves as a means for converting 
deflection into shear stress. Specifically, the following integral defines the braking force, 
Fx, when no sliding occurs: 
Substituting for 6(x) from (4) and on evaluating the above integral, we obtain 
2 KxL w 
The quantity -
2 
in Equation (5) is equal to S=O, and it is defined as the 
longitudinal stiffness parameter, C,. Furthermore, C, may be evaluated empirically from 
the slope of test data for Fx versus s without knowing kx or the dimensions of the contact 
patch. 
Figure 3. Tire deflection pattern, no sliding. 
Sliding starts to occur in the contact patch at the point where the frictional potential per 
unit area cannot support any more deflection. That is, sliding starts when 
where 
P is the tire-road friction coefficient, 
A is the area of the contact patch (A = Lw), 
Fz is the vertical load (a uniform pressure distribution of magnitude FJA is assumed in 
developing the simplest model), 
and x, is the value of x at which sliding starts. 
the 
Figure 4 illustrates the estimated form of a deflection pattern with sliding at the 
contact patch. 
rear of 
Figure 4. Tire deflection pattern, with sliding. 
For the deflection pattern shown in Figure 4, the longitudinal shear force, Fx, is given 
by 
It is convenient to re-express (7) in terms of C,, the longitudinal stiffness, and x&, the 
fraction of the contact patch which is not sliding. Using Equation (6), we see that 
and, using Equations (8) and (7), we find that 
In numerical computations, xJL,is evaluated from Equation (8) if s > 0. If xJL is 
greater than 1.0, then no sliding takes place in the contact patch and Fx is evaluated using 
Equation (5). Note that for a locked wheel (i.e., s = LO), all of the contact patch is sliding 
(x& = o), and Fx is determined exclusively by tire-road friction (i.e., Fx = pFz). 
If the friction coefficient, p is treated as a constant, then the model will predict that the 
maximum braking force occurs at locked-wheel conditions. However, in practice, p is not 
constant and the braking force reaches a maximum at some intermediate value of slip, 
usually around s = 0.2 to 0.3. Experiments with pieces of tire tread indicate that tire-road 
friction tends to decrease with sliding velocity. A simple method for including this 
phenomenon in the model is to make p an exponential function of sliding velocity; viz., 
p = muf + (mu0 - muf) exp(-V, /Vf) (10) 
where 
muf = the minimum fiiction for the surface, and 
muo = the maximum fiiction for the surface, and 
Vf determines the shape of the friction function , 
and V, is the sliding velocity of the tread elements with respect to the ground 
(i.e., V, = Vs) . 
Insight into the frictional process and what is going on in the sliding region can be 
obtained by using the model to study tire deflection and sliding velocity. The assumption of 
a nearly uniform pressure distribution makes the discussion much easier to understand. 
Figure 5, which is similar to Figure 4, shows where the ends of the tread elements in the 
sliding region would have been if they had adhered to the ground. However, once an 
element enters the sliding region it is sliding by an amount that depends upon the distance 
from the adhesion point (where the sliding velocity would be zero) to the amount of 
deflection that can be supported by its local friction factor. In steady state, the sliding 
velocity of an arbitrary point in the sliding region is given by its virtual displacement 
divided by the length of time it takes the tire to rotate to that arbitrary point. See Figure 6. 
Translating these words into equations yields: 
Vs(x') = [x' (s/(l -s))]/[x'/R~] = V - RCO (1 1) 
where the time to rotate an amount x' is given by At' = x'/Ro, 
For no sliding I 
Figure 5. The difference between sliding and no sliding. 
Figure 6. Examination of the sliding velocity in the sliding region. 
Equation 11 is an extraordinary result even if it seems obvious once it is understood. 
The point is that each element in the contact patch is sliding at the same sliding velocity. 
Clearly, if the pressure distribution is not uniform and friction varies with vertical pressure 
and sliding velocity, the result would not be so simple. Nevertheless, to first 
approximation, the steady state sliding velocity is approximately equal for the tread 
elements that have nearly the same vertical load in the heavily laden area of the contact 
patch. This means that a single friction factor can be used to represent the entire sliding 
region. (There does not need to be a different value of p for each tread element in this 
simplified model.) 
Equations (3, (€9, (9), and (10) represent a very simplified model of highly 
complicated elastic and frictional processes between the tire (a complex structure) and the 
road, which may have random frictional characteristics due to dirt, liquid contamination, 
variable composition, and nonuniform texture from one contact patch area to another. 
Nevertheless, this model has proven to be quite satisfactory for simulating passenger car 
tires and, when combined with lateral slip (slip angle) effects, it has been very useful in 
simulating combined braking and steering maneuvers [4]. 
As a practical matter, given the assumptions made in the model, its parameters need to 
be evaluated as functions of vertical load and forward velocity. Vertical load influences the 
contact patch length and the rolling radius of the tire. This means that the longitudinal 
stiffness Cs needs to be evaluated as a function of vertical load, It also means that the value 
of longitudinal slip varies because the rolling radius changes as the vertical load changes. In 
addition, the friction factor varies with load and sliding velocity, thereby making it 
necessary to account for these effects as a function of load and velocity. Fortunately, test 
data are often measured at various loads and velocities, thereby facilitating the 
determination of the friction factor given by equation 10. In practice, it is convenient to 
determine muo, muf, and Vf such that the model does a good job of fitting the peak and 
slide longitudinal force values for a given set of data or for a desired set of tire 
characteristics. 
In addition to the longitudinal force characteristics of tires, a vehicle braking simulation 
must account for the change in the rolling radius of tires and thus the radial compliance of 
tires must be modeled. Specifically, the locations and velocities of the wheel centers are 
computed, and these quantities are used to determine the vertical forces between the tire and 
the road and the "equal but opposite" forces accelerating the unsprung masses. The vemcal 
force versus deflection property of the tire is represented by a spring constant measured 
under rolling conditions. A small amount of viscous damping (approximately 35 lbs-sec/in 
for a 10 x 20 truck tire) is included, thereby providing a relatively small, dissipative force 
opposing wheel-hop motions. This small amount of tire damping is included to prevent the 
prediction of transient wheel-hop oscillations in response to rapid changes in vertical 
motion. Experimental results from tire tests under conditions of varying vertical load, as 
well as the examination of vehicle test data from antilock braking studies, indicate that a 
certain amount of damping is present in the tire. 
A Semiempirical Model of the Lateral Force Properties of 
Truck Tires 
A nonobvious, but nevertheless, straightforward analogy exists between the role of 
longitudinal slip in determining braking force and the role of slip angle in determining 
lateral force. Again the concept of an adhesion region is central to the arguments leading to 
the development of a semiempirical model. The basic idea is that points along the 
"equatorial" line of the tire-road contact patch lie along the direction of the velocity vector of 
the wheel, that is, a point at the bottom of the tread adheres to the ground as long as that 
point remains in the adhesion region of the contact patch. These points, that are adhering to 
the ground, represent the end of tread elements that are connected to a section of the 
carcass, which is essentially parallel to the wheel plane (even through the carcass is 
deflected out of the wheel plane in the vicinity of the contact patch). If there is no 
longitudinal slip present and the tire is operated at a small slip angle, a ,  the lateral 
deformation of the tread is approximated by the situation illustrated in Figure 7. 
Point C represents the location of the carcass end of a tread element that entered the 
contact patch at a time equal to x/u seconds ago. The end of this tread element is contacting 
the ground at point P. That is, the tread element at a distance x from the front of the contact 
patch is deflected laterally by a distance equal to xetan a ;  hence, &(x) = x tan a 
Figure 7. Lateral deformation of the tread elements, no sliding in the contact patch, s = o. 
Now let us define a lateral stifmess, ky, per unit area of the contact patch. Then the 
lateral shear force can be calculated by integrating the shear stresses, ky ay(x), over the 
contact patch; viz., 




(Note that the algebraic signs have been chosen in this case, such that 
i.e., lateral force is of a polarity opposite to the polarity of the slip angle.) 
At this point, the analogy between modeling longitudinal and lateral force should be 
fairly apparent. The quantity, Ca, the tire cornering stiffness, is similar to Cs, the 
longitudinal stiffness. The analysis of lateral force can be extended to include a sliding 
region as before. The resulting equations are the same as those for longitudinal force 
except that Cs is replaced with Ca  and s/l-s is replaced by tan a. 
The difficulties in knowing how to represent the limiting frictional characteristics of 
truck tires pertain to lateral force properties as well as to longitudinal force properties. 
However, the limiting values of tire lateral force are rarely encountered by heavy vehicles 
except on slippery surfaces. In practice, the frictional qualities derived from longitudinal 
force data are often used in lateral force calculations. 
In computerized models for simulating the directional response to steering, the truck tire 
is often represented by its cornering and aligning torque stiffnesses with.these stiffnesses 
varying as functions of vertical load. Clearly, the exclusive use of these stiffness 
coefficients is only appropriate for simulating small disturbances or moderate maneuvers. 
Although the influence of vertical load on contact patch length was not considered in the 
development of the semiempirical models, the influence of vertical load variations can be 
included by treating the model parameters as functions of load. The essential idea behind 
this simplified approach is to represent tire characteristics as accurately as possible over a 
limited range of values adequate for studying particular steering maneuvers of special 
interest. 
Combined Longitudinal and Lateral Slip 
Only a small amount of shear force data has been gathered on truck tires undergoing 
combined longitudinal and lateral slip 161. To make predictions of vehicle performance in 
maneuvers, such as braking-in-a-turn, for example, the influences of both longitudinal and 
lateral slip on both longitudinal and lateral force need to be represented in a computerized 
model of the vehicle. Since little or no data are available for this situation, simulation users 
and developers have resorted to simple theoretical approaches for extrapolating from the 
available longitudinal and lateral force data to the combined slip case. 
A tabular function approach can be used to provide a very general means for 
representing the influence of combined longitudinal and lateral slip on the shear force 
characteristics of truck tires. In this approach, "roll-off" factors are defined in tabular form 
as functions of two variables, namely, longitudinal slip and slip angle. One roll-off factor 
multiplies the "free-rolling" lateral force to estimate the lateral force under braking slip and 
the other roll-off factor multiplies the longitudinal force, computed without considering slip 
angle, to obtain a "rolled-off' value of force corresponding to the combined slip situation. 
Since little or no test data are available, the roll-off values in these tables are usually 
obtained from theoretical considerations, such as those used in a semiempirical model of 
the combined slip case. 
The concepts employed in the previously described semiempirical models that are 
applicable to a longitudinally slipping tire or a laterally slipping tire have been extended to 
treat the combined slip case. Figure 8 illustrates the deflection pattern that is predicted for 
the adhesion region. Note that the presence of longitudinal slip increases the amount of 
lateral deflection at an arbitrary point in the adhesion region. Hence, a small amount of 
braking can cause an increase in side force at low slip angles. Aside from this interaction 
and the need to treat friction as a two-dimensional quantity, the development of the 
semiempirical model is straightforward even though it requires considerable attention to 
algebraic detail. 
x . tan (a) 
6y(x)= 
1-s 
s e x  
6,(x) =- 
1-s 
Figure 8. Combined slip model 
When there is both longitudinal and lateral slip and their levels are sufficient to cause 
sliding in the contact patch, the friction factor has a directional aspect. The total sliding 
velocity is given by the following equation: 
Vs = [(u - ~ w ) 2  + (v)2]0.5 (12) 
The angle of friction 8 pertains to the direction of sliding such that: 
sin 8 = v/Vs and cos 8 = (u - Ro)/Vs. 
To account for the directional influence of the friction factor, there is a longitudinal 
component and a lateral component of the friction such that: 
px = p cos 8 and py = p sin 8. 
These directional friction factors are used in dividing the contact patch into regions of 
adhesion and sliding (either longitudinally, laterally, or both) per the following equations 
for the fraction of the contact patch that is in adhesion longitudinally or laterally: 
( X ~ / L ) ~  = py Fz(1-s)/2 Ca tan a (14) 
Based upon equations 13 and 14, the equations for longitudinal and lateral force under 
combined slip are now as follows: 
(where sufficient checks are made to avoid dividing by zero or using values of (x&) > 1). 
The aligning torque is difficult to predict accurately using a simple theoretical model. 
However, semiempirical results can be obtained using empirically obtained values of Xp 
(the pneumatic trail) and Cy (the lateral deflection stiffness of the tire). In this approach, 
the aligning torque, AT, is approximated as follows: 
AT = -Xp (Fya [ 4 ( ~ & ) ~  - 31 + Fys 3 (x&),) + Fx Fy / Cy 
where Fya = -[Ca (xs/L) z tan a/(l-s)] and Fys = -[(I - ( X ~ I L ) ~ )  py Fz] sign(a } . (Further study of tire mode ing is needed to develop a better understanding of the factors 
influencing aligning torque.) 
Summary 
This Appendix addresses the subject of representing the shear force properties of truck 
tires in computerized models of commercial vehicles. Emphasis has been placed on 
interpreting the meaning of slip angle and longitudinal slip in terms of simplified 
descriptions of the elastic properties of the tire and the adhesion characteristics of the tire- 
road interface. This approach to interpreting slip angle and longitudinal slip serves to 
illustrate the analogies that exist between longitudinal and lateral slip and the generation of 
longitudinal and lateral force. 
Semiempirical models for representing the longitudinal, lateral, and combined 
longitudinal and lateral force situations have been presented. The derivation of the 
equations for the tire model is detailed, but straightforward (once the assumptions are 
understood). The primary assumptions are: 
1) The contact patch can be divided into a sliding region and an adhesion region, 
2) the shear force generated in the adhesion region depends upon elastic properties of 
the tire, and 
3) the shear force generated in the sliding region depends upon the frictional properties 
of the tire-road interface. 
The simplified tire model described here differs from previous versions in three main 
respects: (1) aligning torque is approximated even in the case of combined longitudinal and 
lateral slip, (2) the resultant force produced by the sliding portion of the contact patch 
opposes the direction of sliding, and (3) frictional characteristics are computed to match a 
desired p-slip curve. 
The insights into tire performance properties as provided by these models should be 
very useful in (a) interpreting differences in the measured characteristics of various tires 
and (b) understanding how tire properties interact with vehicle motion variables in dynamic 
maneuvers. 
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APPENDIX B 
TIRE EQUATIONS USED IN THE SPREAD SHEET 
The letters in parentheses at the right border (for example, (G) after the equation for Vs) 
indicate the applicable columns of the example spread sheet shown in Figure 1. 
A. Sliding Velocity 
vs =, ((~12 + (tan a)2)0.5~ 
where Vs = sliding velocity, s = longitudinal slip, a = slip angle, and u = forward 
velocity component in the wheel plane. 
B. Friction 
mu = muf + (muo - muf)e-VsNf 
where mu = frictional potential, muf = minimum friction at high sliding velocity, muo = 
maximum friction at zero sliding velocity, Vf = exponential velocity constant for "shaping" 
the mu versus s curve. 
In general, Vf = [Vs/(ln((muo - muf)/(mu - muf))] 0315) 
Example 1. For muo = 0.9, muf = 0.4, and mu = 0.5 at 45 mph (66 ftlsec), 
0.5 = 0.4 + (0.9 -0.4) e-66mf 
or, Vf = 66/(1n(0.5/0.1)) = 41 ft/sec, for a "0.9 surface." 
Note: 
For this example, 0.5 = the locked wheel (s =1) value when the tire is sliding at 66 
ft/sec. In the next example, 0.25 = the locked wheel value. 
Example 2. For muo = 0.5, muf = 0.2, and mu = 0.25 at 45 mph (66 fvsec), 
0.25 = 0.2 + (0.5 -0.2) e-66Nf 
or, Vf = 66/(1n(0.3/0.05)) = 36.8 ftlsec for a "0.5 surface." 
C. Direction of Sliding and Friction Factors for Combined 
Slip 
where v = u tan a , w = the angular velocity of the wheel, and R = the rolling radius. 
The angle of friction 8 defines the direction of sliding such that: 
sin 8 = v/Vs (1) 
and, cos 9 = (u - Ru)/ Vs 
The longitudinal fiction factor is: 
mux = mu cos 8 (N) 
The lateral friction factor is: 
muy = mu sin 0 
Notes: 
Force components under total sliding oppose the direction of sliding. That is, 8 
defines the direction of sliding with respect to the wheel plane. 
The total friction is divided into lateral and longitudinal friction factors (capabilities). 
These factors determine the maximum amount of frictional force that can be generated in 
any direction. 
D. Longitudinal and Lateral Fractions of the Contact Patch 
that Are in Adhesion 
Longitudinally, for 12 s > 0, 
(xsx/L)' = [(mux) Fz (1 - s)] / [2 Cs s] 
where xsx = the point in the contact where longitudinal sliding starts (and adhesion 
ends), L = the length of the contact patch, Fz = the vertical load, Cs = the longitudinal 
stiffness of the tire. 
Note: 
b In the spread sheet, Cs = 10 Fz - ~ ~ ~ 1 3 0 0 0  Ibs. (El 
Laterally, for a z 0, 
(xsy/L)' = [(muy) Fz (1 - s)] / [2  Calpha I tan a I] (N) 
where xsy = the point in the contact where lateral sliding starts (and adhesion ends), L 
= the length of the contact patch, Fz = the vertical load, Calpha = the lateral stiffness of the 
tire, 
Note: 
• In the spread sheet, Calpha = 0.9 Cs lbs. (F) 
If (xsx/L)' > 1, (xsx/L) = 1; otherwise, (xsx/L) = (xsx/L)' (0) 
If (xsy/L)' > 1, (xsy/L) = 1; otherwise, (xsy/L) = (xsy/L)' (L) 
Notes: 
If (xsx/L)' 2 1, the entire contact patch is in adhesion longitudinally. 
If (xsy/L)' 2 1, the entire contact patch is in adhesion laterally. 
The regions of adhesion can be different longitudinally and laterally. In the 
longitudinal adhesion region, Cs applies, and in the lateral adhesion region, Calpha applies. 
E. Longitudinal and Lateral Forces 
Fx = [Cs (xsx/L)z (s/(l - s)) + (1 - ( x s a ) )  (mux) Fz] (p> 
where Fx = the braking force for 1 > s > 0. If s = 0, Fx = 0. If s = 1, Fx = (mux) Fz. 
where Fy = the magnitude of the lateral force for s < 1. If a > 0, the lateral force is 
negative. If a c 0, the lateral force is positive. If s = 1, Fy = (muy) Fz. 
Notes: 
The spread sheet is set up to use positive slip angles and return positive values for the 
magnitude of the lateral force. The idea that positive slip angle produces negative lateral 
force (and vice versa) needs to be used in applying the spread sheet results in a simulation 
context. 
Aligning torque AT may also be calculated using empirically obtained values for the 
pneumatic trail xp and the lateral deflection stiffness Cy for the tire: viz., 
AT = - xp{Fya[(4) (xsy/L) -31 + 3 Fys (xsy/L)} + Fx Fy / Cy 
where Fya = -[Calpha (xsy/L)2tan a/(l-s)] and Fys = -[(I - (xsy/L))(muy)Fz] sign(a). 
APPENDIX C 
GENERIC TRUCK TIRE DATA FOR A "0.9 SURFACE" 
The first set of data is for Fz = 3000 lbs per the following chart. There are similar sets of data for 
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Appendix C - Generic Truck Tire Data for a "0.9 Surface" - Fz = 6000 lbs. 
0.9 surface 
6000 lbs 
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Appendix C Generic Truck Tire Data for a "0.9 Surface" - Fz = 9000 Ibs 
0.9 surface 
C A A A Wsec 
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GENERIC TRUCK TIRE DATA FOR A "0.5 SURFACE" 
The first set of data is for Fz = 3000 lbs per the following chart. There is a similar set of data for 
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